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EFFECT OF ENGINE AND CONTROL LIMITS ON STEADY-STATE AND TRANSIENT
PERFORMANCE CF TURBOJET ENGINE WITH VARTABLE-AREA EXHAUST NOZZLE

By George Vasu and William I.. Hinde

SUMMARY

Steady-state and translient characteristics of the J34-WE-32 turbo-
Jet engine with electronic power regulstor were obtained in the NACA
Lewis altitude wind tunnel to determine the effects of engine and con-
trol limits on the performance.

Limits on the fuel valve and exhaust nozzle ares influence any
schedule of speed and temperasture. When either or both of these inputs
are gt a limit, the engine operates off the reference schedule. This
deviation of speed and temperature from the reference or set values can
result in a nonlinear varlation of thrust with power lever position, a
reversal of the thrust-power lever relation, a dangerous condition at
low power because of rising temperatures, and a celling which is below
the capagbllities of the engline and varies with power lever position.
These difficulties are encountered chilefly at high sltitudes, low power
lever positions, or a combilnation of both. The extent to which such
difficulties apply to actual operation in flight will depend, of course,
on the specifications of range of altitudes snd Mach numbers over which
each particulaer aircraft must operate. In additlon, the types of power
lever movements or positions necessary for operation at any flight con-
dition must be comnsidered. Some of the difficultles discussed herein may
be outslde the specified range of operation of a partlicular alrcraft.
Other difficulties may be avoided during flight by restricting the range
of allowable power lever movement, especially at high altitudes. As the
operational altitude of present and fubture alrcraft increases, however,
the problems discussed in this report willl become incressingly important,
and means for avolding them should be conslidered.

For the control system studied, one possible solution of the prob-
lems is to lower the minimum fuel flow settlng and to introduce an over-
temperature signal to the exhaust nozzle. These changes would elimingte
or lessen the previous difficulties but would cause trouble due to blow-
out during transient operation. A device desighed specifically to
counteract this problem would also be needed.

A better solution appears to be the addition of a device to change
the set speed schedule with the flight condition. This would eliminate
the need for a high minimum fuel flow setting as well as alleviate the
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problems of steady-state operation. Furthermore, the transient charac-
teristics of the engine need not be affected by thils change but cen be
mede comparable wlth those obtalned by using a high minimum fuel flow.

INTRODUCTION

An investligation of the Westinghouse J34-WE-32 turbojet engine and
control was conducted in the NACA Iewis altitude wind tunnel., The over-
all obJect of the program was to determine steady-state and dynamic char-
acteristlce of the engine and to evaluate the operational perfcrmence of
the controlled system at various altitudes and ram pressure ratios.

The control or power regulator of this englne is an electronic
device that provided a multiloop system in which both engine speed and
temperature were controlled by varying fuel flow and exhaust nozzle area.
In order to obtaln over-all steady-state operation in a desired menner,

both required speed and temperature are scheduled as functions of throttle
or power lever positlon.

While obtalning data for the comtrolled engine, it became evident that
the minimum fuel flow setting of 550 pounds per hour specifiled by the manu-
facturer limited the range and stability of engine operatlion. Because
of thls limited range and osclllatory operation at high altitude, data
were taken with lower minimum fuel flow settings of 420 and 350 pounds
per hour.

The present report illustrates the effect of the minimm fuel flow
setting and other engine and control limits on the steady-state and tran-
sient operation of the system. BSteady-state data showing variations of
speed and temperature as well as other parameters at the different set-
tings sre presented for altitudes of 10,000, 25,000, 35,000, and
45,000 feet at a ram pressure ratio of 1.2. Additional data are glven
showing the safe operating range of the engine as & function of altitude.
Oscillographic traces of the response of several engine parameters to &
step change in throttle position for some of these £1light conditions ars
also presented.

DESCRIPTION OF CONTROL

Schedule. - The output thrust of this system was controlled by
introducing scheduled values of both engine speed and turbine discharge
temperature into the control as functions of throttle position.

The engine speed schedule was designed to be constant from cut—off,
which was 21° on the power lever, to 26°, then to rise sharply to 43° 3
followed by e slower rise to 71°. Beyond 71°, the schedule required that
maximum engine speed be maintained. The temperature schedule was con-
structed to be constant from cut-off to 26%, then to follow a smooth
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curve rising slowly at first from 26° and then more rapldly to 82°, which
represented full military thrust without afterburning. Beyond 82°, the
temperature was scheduled at the maximim allowable value. The region
from 21° to 26° is designated the idle flat spot on the power lever and
that from 82° to 89°, the military flat spot.

Design of the reference schedule was such as to provide approxi-
mately linear thrust at ses level as a function of throttle position.

Block disgrem. - A block dlagram of the control system is shown in
figure 1. It can be seen that, basically, engine fuel flow is controlled
by & summation of speed, temperature, and overtemperature error signals,
and aree 1is controlled by a summation of speed and temperature error sig-
nals. The control is of the proportional plus integrel type and addi-
tional features in the form of "limits"™ have been added to obtain pro-
per control action during dangerous or speclal operational conditions.
A1l indicated limiting devices in figure 1 have been designated in their
respective blocks with a plot of the specific output against input
characteristics of the unit. The fuel valve and exhaust nozzle blocks
show the 1limits resulting from mechanlcal stops which determine the maxi-
mum opening or minimum closing of the mechanism.

Fuel Valve ILimit

This minimum setting was lncorporated into the fuel control system
for two baslc reasons: (1) to establish sufficient fuel flow for sea-
level starting and (2) to force an increase in idle speed as a function
of altitude sufficient to allow acceptable transient performance. As
a result of this setting, however, the fuel velve was on the minimum
flow stop for a wide renge of power lever settings at high altitudes.
Under these circumstances the effectiveness of the fuel control was com-
pletely lost and the only control remsining was primarlly that of engine
speed by exhaust nozzle srea.

Exheust Nozzle Limits

In the case of the exhaust nozzle it is the fully open stop which
causes off-schedule performance. The nozzle becomes less effective as
a control on speed and temperature as it ig opened. Its usefulness is
lost completely when the effective nozzle area approaches the area of
the turbine exit annulus. Any system using the exhaust nozzle area as
a control varlable will have these basic engine limitations imposed
upon it.
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Overtemperature Limit

The remaining limits shown in figure 1 were incorporated in the
electronic phase of the control. The overtemperature limit operates in
such a menner that it adds no signal to the fuel loop as long as normsl
temperature 1s developed 1ln the engine, but it does add a signel ‘o
decrease fuel flow when temperatures over 1250° F prevail at the turbine
outlet. At high altitudes, of course, where the fuel valve is on its
closing stop, the overtemperature protection feature of the control can
no longer function.

Speed Error Limit

If the aforementioned overtemperature condition occurred when speed
was below the set value, the speed error would be calling for an increase
in fuel flow, which is contrary to what is deslired to reduce overtemper-
ature. Another limlter is therefore used on the gpeed error signal to
restrict its effect on fuel flow.

Temperature Exrror Limits

As lower thrust is required, the schedule 1s set by the throttle
to require low englne speed and temperature. It is characterlstic of
turbojet englnes, however, that speed and temperature decrease until
some speed is reached after which temperature increases with a further
reductlion in speed.  Such a reversal in slope imposes the problem of
controlling through the zero slope region and of providing a reversal of
sign in the control whenever a reversal of slope occurs in the engine in
order to mainteln a stable system. Therefore, because it is not possible
to operate at both low speed and low temperature, the cholice was made to
limit the temperature error. This limlt on temperature error, together
with the proper proportioning of signals to the fuel valve servce and the
relative ilneffectiveness of the exhaust nozzle on speed and temperature
at low speeds, causes the control to be essentlally one of speed by fuel
flow at low power. The temperature rises to whatever wvalue is consistent
with the fuel flow. It is also desirable to open the exhaust nozzle
aresa on acceleration in order to improve response time and to aveoid
entering the compressor stall or surge reglon. Durlng an acceleration,
the large speed error acts to lncrease the exhaust nozzle ares, but the
temperature error would tend to decreasse this area., Accordingly, another
limit on temperature error is required to reduce the effectiveness of
a large temperature error signal so that speed error can force the exhaust
nozzle area open and hold 1t there as long as a large speed error is
avallable. When the engine reaches required speed and speed error 1s
reduced, the temperature error again becomes effective and closes the
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exhaust nozzle area to establish the set tempersature.

APPARATUS

Engine. - The J34-WE-32 turbojet engine used in this investigstion
has an ll-stage axial-flow compressor, double annular combustor, two-
stage turbine, and varlable-ares exhaust nozzle. The polar moment of
inertia of the complete rotor ahout the rotor axis is 79.8 pound-feet
squared. Full military thrust under sea-level static conditions requires
3640 pounds per hour of fuel.

Control. - The Westinghouse electronlc power regulator, part
nc. 61-F-758-4, serial no. 8-CZA-78, modified to correspond to part
no. 61-F-758-6 insofar as temperature schedule is concerned, was used
as the control.

The investigation was conducted with three different values of
minimum fuel flow set into the control - first with 550 pounds per hour,
which was specified by the manufacturer, and then with 420 and 350 pounds
per hour. The setting in each case was adjusted at 2000 feet of alti-
tude with the engine windmilling at 1500 rpm. These conditions were
chosen in order to obtaln reproducible settings because actusl fuel flow
varied as a function of englne speed when the valve was on a minimum stop.

The original thermocouple harness of nine paralleled short thermo-
couples was removed and replaced by ancther group of nine paralleled
elements which were immersed 6 inches. The thermocouples were of equal
reslstance to insure more nearly average temperature indication.

Test facilities. - The investigation was conducted in the Lewis
altitude wind tunnel with a 20-foot-diemeter test section. Air was
supplied through a ram pipe connected directly to the engine.

Instrumentation. - Engine parameters were recorded during tran-
sients on multiple channel, direct inking, magnetic pemmotor oscillo-
graphs having a chart speed of 2.5 units per second. The penmotor in
combination with its amplifier has sn essentially flat frequency
response to approximstely 100 cycles per second. Detailed infor-
mation on the transient instrumentation employed is presented in
reference 1, Table I lists the engine parameters that were
recorded, the intrumentation used to measure the values of the peram-
eters in the steady state, the sensing devices used to measure the
variations in the paremeters during transients, and the frequency
response range of the transient instrumentation. Exhaust nozzle
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position was indicated by a microammeter, which in turn was calibrated
against exhaust nozzle area &s shown on figure 2.

PROCEDURB

Steady-state data. - Steady-state data of the controlled engine
were taken with various power lever positions at altitudes of 10,000,
25,000, 35,000, and 45,000 feet at a ram presSsure ratio of 1.2. These
tests were performed for three minimumm fuel-flow settings of 550, 420,
and 350 pounds per hour.

Additionsel steady-state data were taken to determine the safe oper-
ating range of the engine as a function of altitude at a ram pressure
ratio of 1.2. At the 550 pound per hour setting thie investigstion was
conducted over an altltude range of 40,000 to 47,000 feet and at the
420 pound per hour setting, over an altitude range of 45,000 to
51,000 feet.

Transient deta. -~ Transient dets were taken by manually advancing
or cutting back the power lever in a stepwise manner. Englne para~
meters were measured continuously on osclllograph recorders. Before
and after each transient, photographs of panel meters and manometers
were taken to calibrate the transient traces. Steps of various sizes
. were made at altitudes of 10,000, 25,000, and 35,000 feet at a ram pres-
sure ratic of 1.2. These tests were also performed for three minimum
fuel flow settings of 550, 420, and 350 pounds per hour.

RESULTS
Effect of Limits on Operating Schedule

Actual velues of speed and temperature obtained during operation
with the different values of minimum fuel flow settlngs will be termed
the "operating schedule™ to distlnguish them from the reguired or "refer-
ence schedule” of speed and tempersture set into the control.

To illustrate the effects of 1limlts on any reference schedule of
speed and temperature, figure 3 is presented to show actual velues of
operatling schedule along with curves of exhaust nozzle position, fuel
valve position, fuel flow, and thrust as functions of power lever posi-
tion when operating &t a ram pressure ratio of 1.2 and altitudes of
10,000, 25,000, 35,000, and 45,000 teet.

80ve
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In all cases, as long as the two inputs fuel flow and area are con-
tinuously variasble, the control system maintains set values regardless
of minimum fuel flow settings. For a large portlion of the power lever
range, however, either the fuel valve or exhsust nozzle or both are
against a mechanlical limit or stop. If one input varieble is ageinst a
limit, then elther speed or temperature or both will deviate from the
set values. If both input varisbles are at limits, then both speed and
temperature will depart from the set quantities to whatever values result
from the limited values of area and fuel flow and the flight condition.

In view of the fact that the operating schedule of speed and temper-
ature deviates in certaln ranges of operation from the reference sched-
ule with changes in flight conditions, the resulting operating thrust
schedule will change accordingly. The reasons for these deviations can
be found by referring to other parsmeters.

Figure 3(a) shows that at 10,000 feet of altitude and a ram pres-
sure rdtio of 1.2 the system operates in accordance with the reference
schedule for all throttle settlngs above 62° with the 550 pound per hour
setting of minimum fuel flow.

Below & power lever position of 62° the exhaust nozzle is wide open.
Because the control is able to proportion only the fuel flow signal in
this range, at least one of the outputs will be off the reference sched-
ule. By use of the electronlc limlting clrcuits in the control and pro-
per proportioning of the galns in the various control loops, this system
was made to control speed rather closely, thus causing temperature to
rise above the set value. The actual temperature curve starts to bresk
away from the reference schedule at the time the exhsust nozzle reaches
1ts wide open 1limit. From 62° down to idle the engine operates as a
fixed-area turbojet and the temperature obtalned is whatever value
results from the fuel flow needed tc maintain speed at this flight con-
dition.

At approximately 29° the fuel valve is sgainst its minimum stop for
this setting. Below 29°, both area and fuel flow are at limits and
therefore both temperature and speed are off the set values. All para-
meters willl remain constant at whatever values result from the wide-
open-area position, the minimum fuel flow setting, and the selected
flight condition.

Filgure 3(a) also presents several points for the 350 pound per hour
setting which in this case was low enough that the Puel valve did not
hit its stop during steady-state operation. For this setting the speed
levels off close to the set value, and the ‘engine i1s still belng con-
trolled by fuel flow.
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In figure 3(b), which is for an altitude of 25,000 feet and a ram
pressure ratio of 1.2, 1t can be seen that at the higher power lever
positions the generel trend of the curves ls much the. same as for -
10,000 feet. The exhaust nozzle is Jjust at the wlde open position when
the throttle is retracted to approximately 65°. The nozzle does not
stay fully open at low power lever positions for the 550 pourd per hour
minimum fuel flow settlng, however, as 1t does for the 420 and 350 pound
per hour settings. At about 34° the fuel valve hits the 550 pound per
hour stop. As the lever 1s retracted to lower positions, the speed
error overrides the temperature error and closes the nozzle to mgaintain
required speed. Temperature rises sharply as the area closes, thus
departing from the set values while speed deviates only a small amount
until the ares reaches the fully closed Iimit. Below 31° both the
exhaust nozzle and the fuel valve are at limits and all variables are
constant for this flight condition.

24009

It appears that the fuel valve has reached the 420 pound per hour
stop at just about the same time as the idle flat spot is reached, and
that the valve has not yet reached the stop for the 350 pound per hour
setilng because speed levels off at sbout 5000 rpm, which is approxi-
mately the set value. For these lower settings of the fuel wvalve, the
tempersture levels off at a lower velue at the idle flat spot.

Thrust dete shown on figure 3(b)} indicate s more significant devi-
ation from design schedule than those shown on figure 3(a) for conditions
at 10,000 feet altitude. At low power lever positions, the thrust for
a minimum fuel flow of 550 pounds per hour increasesg &5 the power lever
is retarded and levels off at a relatively higher idle value. This higher
idle thrust is due to the increase in temperature caused by area closure.
For a minimum fuel flow setting of 420 pounds per hour, the thrust behaves
in the same mammer as at 10,000 feet, since the rise of temperature at
low power lever positions does not occur. When the fuel valve is beyond
the next higher minimum setting, the variables for both settings will be
the same. As a result all curves shown should be valid for all minimum
flow settings for throttle positions above 34°, which was the critical
position for the 550 pound per hour setting.

In figure 3(c) for an altitude of 35,000 feet and & ram pressure
ratio of 1.2, the effect of the fuel valve stop is even more evident.
The fuel valve is agalnst & stop below 41° on the power lever. As the
power lever 1ls retracted a few degrees below the point at which the fuel
valve hlts its stop, the nozzle closes to control speed. Because the
nozzle closes at a higher engine speed for this altitude, the effect of
the exhaust nozzle areas on temperature is greater and temperature rises
much more than at lower altitudes. -



2M

2409

NACA RM E52E23 TN 9

The thrust at 35,000 feet agaln exhibits & nonlinear varietlon with
power lever travel. For operation with the 550 pound per hour setting,
the data show that a relatlvely high 1dle thrust is obtalned and that
as the power lever is advanced, the thrust actuelly decreases before
rising in the expected manner. Data obtained with the 420 pound per hour
setting indicate a similer trend but with a lower idle thrust. The rea-
son for this is agaln the high temperatures which occur at low power
lever positions. The data for the lowest settlng of 350 pounds per hour
showed no rise in thrust at idle speed.

Figure 3(d) presents data obtained at 45,000 feet and & ram pres-
sure ratioc of 1.2. No data are shown in this figure for the 550 pound
per hour setting because the fuel valve was against its minimum stop
during practically all the operation and the system response was very
oscillatory. With the fuel valve stop set at 420 pounds per hour, how-
ever, the power lever range wes Iincreased, and when area was the control-
ling variable, the amplitude of oscillation was less.

Reference to the figure shows that the fuel valve is on the stop
below 70° on the power lever. Also, the nozzle never reaches its wide
open stop at this altitude and ram pressure ratio. Although the fuel
valve is on a stop, the fuel flow decreases somewhet with decreasing
engine speed. As a result, engine speed decreases in the range from 71°
to 43° while the area is essentially constant. At 43° the nozzle starts
to close and becomes fully closed at about 36°. Temperature increases
drastically in this range unmtil at 36° it is 1300°. Thus, it can be seen
that damage to the engine due to overtemperature can result from oper-
etion in this region. At 36°, the exhaust nozzle is closed and the fuel
valve i1s on & stop; therefore all varlables are constant for all power
lever positions below this value.

For the 550 pound per hour setting, as the power lever was retracted
toward 1dle, the overtemperature condition was reached at a higher lever
position and engine speed. Because the critical temperature conditions
were reeched with the area not fully closed, operation at lower positions
was not possible because of the overtemperature condition thet would
result from further closing of the exhaust nozzle. Safe operation was
possible over only a small range at the high end of the power lever
quadrant.

Effect of Altitude on Safe Operating Range

The range of power lever position for safe engine operation at any
altitude 1s shown in figure 4 for 2 minimum fuel flow setting of
550 pounds per hour and a rem pressure ratio of 1.2. Below 40,000 feet
the engine will operate safely at all power lever positions.
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Above 40,000 feet operation et the lower positions will result in exces-
sive temperatures. If the power lever 1s retracted into the lower
region the exhaust nozzle will close further to maintain speed and the
temperature will rise. The power lever must be advanced as altitude 1s
increased. to keep the engine out of this region. Furthermore, as the
power lever 1s advanced to prevent overtemperasture and the altitude is
inereased, & point is reached at which the engine speed becomes exces-
sive. This point is at a power lever position of 65° and an altitude of
46,500 feet. Additional information presented in thils figure conslsts
of the regions in which both the exhaust nozzle and fuel valve are con-
trolling, the region in which only the fuel wvalve is controlling, the
region in which only the exhaust nozzle 1s controlling, and the region
in which neither is contreclling.

The smell region of no conirol between that of control by exhaust
nozzle area alone and that of control by fuel flow alone represents a
condition where the fuel valve is Jjust on 1its minimm stop and the
exhaust nozzle 1s fully open. This region exists because speed is fairly
close to schedule and the speed error 1s too small to overcome the lim-
ited value of temperature error which keeps the exhaust nozzle open.

As the power lever is retracted, speed error increases and finally over-
comes the effect of temperature error and gains control of the exhaust
nozzle. ‘

Figure S showa the increased range obtelned by reducing the mini-
mim settlng to 420 pounds per hour. With this lower settlng the altil-
tude for safe operation over complete throttle range is Increased from
40,000 to 45,000 feet. The maximum altitude 1s increased from
46,500 feet obtained with the 550 pound per hour setting to approxi-
mately 53,000 feet, which was obtained with the 420 pound per hour set-
ting.

Effect of Minimum Fuel Flow Settings
on Transient Performance

Reduced minimum fuel flow settings cause 1dle speed and 1dle temper-
ature to be lower at any glven altitude. It is expected, then, that
accelerations, decelerations, burner blow-out, and stall will be influ-
enced when accelerating from or decelerating to the lower engline speeds.
Figure 8, i1llustrating the transient performance, is presented 1in the
form of reproductions of oscillographic traces which have been reduced
to 71 percent of thelr origlnal size. The following parameters are
shown: +thrust, compressor discharge pressure, exhaust nozzle area,
engline speed, turbine discharge temperature, primary fuel valve position,
and throttle position.

60¥2
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Calibration data are inecluded on each trace except that of thrust.
Varistions in ram pressure during the transient were found to influence
the thrust trace, msking calibration questionable.

The oscillograph traces of the transient data are indexed in table IT
according to altitude, ram pressure ratio, minimum fuel flow setting, and
throttle position. The figures chosen are representative of the operation
of the controlled engine within the range of throttle settings from idle
(26°) to full military {82°) and show effect of the minimum fuel flow
setting on accelerations, decelerations, blow-out, and stall. Table IIT
summarizes the transient runs to facilitate the comparison of minimum
fuel flow effects.

Acceleration and deceleration time. - Gas turblne engines have the
characteristic of accelerating slowly at low engine speeds. Reduced
fuel velve settings result in lower 1dle speeds and therefore slower
accelerations from idle. The longer acceleration time for the lower
settings is 1llustrated by comparing figures 6(a) and 6(b) for the 550
and 350 pound per hour settings, respectively. These figures are for an
altitude of 10,000 feet and & ram pressure ratlo of 1.2. The time for
speed to reach approximately its final velue after a sudden increase in
throttle position from idle was 4 seconds for the 550 pound per hour
setting in comparison with 6.5 seconds for the lower setting. The slower
acceleration is reflected in the other traces that are affected by speed.
The general shapes of the curves for both settings, however, are similar.

The same general trend.of slower accelerstions at lower fuel valve
settings 1s indicated in figures 6(e), 6(f), and 6(g) for the 550, 420,
and 350 settings, respectively, at an altitude of 25,000 feet. The
corresponding times for speed to reach the £inal value are 4.8, 6, and
8.4 seconds.

When accelerating from the same 1lnitiel speed, the response time
will be approximately the same for any setting of the fuel valve. This
is 1llustrated by figures 6(1) and 6(m), which are accelerations from
approximately the same speed at 35,000 feet and fuel flow settings of
550 and 420 pounds per hour. Generally, the decelerstion time is
affected very little by changes in fuel valve setting. When the setting
is lowered sufficiently, however, idle speed can approach the engine wind-
milling speed and for these cases the deceleration time is appreciably
longer. .

Figures 6(c) and 6(d) illustrate that at 10,000 feet and a ram pres-
sure ratio of 1.2 the deceleration times from niaximum speed to idle were
very nearly the same for minimum fuel flow settings of 550 and 350 pounds
per hour. Simllar maximum step decelerations at 25,000 feet of sltitude
shown in figures 6(h), 6(1), and 6(j) indicate that the deceleration time
again is about the same for the 550 and 420 settings, whereas that for
the 350 setting is appreciably longer. The longer deceleration time for
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the latter case is attributed to the windmilling effect of ranm pressure
on the engine. . e —

Blow-out. -~ Another characteristic of gas turbine engines is the
susceptibility to burner blow-ocut at low values of engine speed. Reduced
fuel valve settlings and the resulting lower 1dle speeds increase the
possibllities for blow-out. The tendency toward hlow-out is illustrated
in figure 6(k) for 25,000 feet of altitude and a setting of 420 pounds
per hour. The throttle was advanced rapidly from 32° (6700 engine rpm)
to full militery speed and a normal acceleration resulted. The engine
was then decelerated to idle speed, which was 5000 engine rpm. When the
throttle was agaln advanced, the engine would not accelerate. It
appeared that although a complete blow-out did not occur, combustlion was
taking place behind the turbine as & result of englne operation approaching
the blow-out limit.

60%2

Figures 6(n) and 6(o) show & similar action at 35,000 feet of alti-
tude for the 420 pound per hour minimum fuel flow setting. In the first
case, for a step from idle to full military speed, there was a long hesi-
tation and erratic actlon but the engine finally accelerated. For the
latter case, however, the engine would not accelerate and after a few
seconds blow-out occurred.

On deceleration, no blow-outs were encountered. Figure 6(J) shows
e deceleration for 25,000 feet of altitude and a fuel valve setting of 350,
and Pigure 6(p), for 35,000 feet of altitude and a fuel valve setting
of 420. These represent the most likely conditions for blow-out—on
deceleration for which data are available.

It is seen, then, that reduced fuel valve settings, by causing lower
idle speeds, aggravate the blow-out problem on accelerations from these
low speeds, but in the range of £light conditions investigated lower
settings do not cause blow-out during decelerations.

Stall. - Lower minimum fuel flow settings were shown to cause
lower idle speeds and slower accelerations. At the beglnning
of an acceleration, fuel flow increases quickly and the compressor pres-
sure ratio can exceed the surge limit. Reduced fuel wvalve gettings,
lower idle speeds, and slower accelerations cause the compressor to begin
surging during accelerations at lower engine speeds. Steps from idle to
full military speed are shown in Tigures 6(e), 6(f), and 6(g) for the 550,
420, and 350 pound per hour settlngs at an saltitude of 25,000 feet. These
filgures indicate surging in each case. The characteristics of thls engine
are such that satisfactory accelerations were feaslble even though the
compressor was surging.
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DISCUSSION

Problems Associated with Engine and Control Limits

The results of this investigation show that several problems associ-
ated with steady-state operation are caused by engine and control limits.
Large deviations from the reference schedule which occurred were primarily
due to fuel valve and exhaust nozzle stops. The fact that deviations
occur is not In itself objectionable. In fact, one of the purposes of
the minimum fuel valve stop was to cause engine speed to deviate gbove
the reference speed as altitude increased. As altitude increased, how-
ever, these limits resulted in such undesirable effects as (1) deviations
of temperature from the set value at low power lever positions to the
extent that unsafe values were obtained; (2) s nonlinear relation of
thrust to power lever position, which in some cases resulted in a higher
thrust at idle than at higher power lever position; (3) a limit on the
meximum sltitude for safe operstion; and (4) a condition at which the
maximum altitude for safe operstion varied with the power lever position
and was less at low power than at high.

Effect of Lowering Minimum Fuel Valve Stop

One method of allevisting the undesirable or dangerous conditions
that arise is to lower the minimim fuel valve stop. When the range
of the fuel valve is increased, more complete control is obtained,
and as a result of the smaller deviation of temperature and speed from
the reference-values, thrust will be a more linear function of throttle
position. Also, a lower ldle thrust is avallable for maneuvering and
descending from high altitude, and the range of altitudes for safe oper- -
ation has been increased.

The only serious problem wlth regerd to transient operation- which
sppears to arise as & result of a lower minimum fuel flow setting is
an increased tendency for engine blow-out on accelerations. This
problem could be eliminated by the addition of a control device designed
specifically to prevent blow-outs during transients.

The conclusion is that lowering the minlmim fuel flow setting will
improve the steady-state engine performsnce over a wider range, but that
satisfactory transient performance necesslitates the addition of blow-out
protection. If the requirements .in flight conflict with those for ground
starting, a separate starting schedule is also necessary.
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Overtemperature Signal to
Exhaust Nozzle Servo

Another method of alleviating some of the difficulties is to pro-
vide an overtemperature signasl to the exhaust nozzle servo. If an over-
temperature signel were added to the exhaust nozzle control as well as
to the fuel control, excessive tempersatures at low power lever positions
could be avoided. A dangerous situation could thus be eliminated and at
the same time the maximum altitude for safe operation would he the same
for both high and low power settings. Such a device would remove the
unexpected rise in. temperature to unsafe values that occurs in the exist-
ing system when the power lever 1s retracted to idle at high altitude.
This device would not remove the thrust reversal with throttle position
nor cause & more linear variation, nor would it raise the maximum altl-
tude for safe operation at high power lever positions. The device could
aleo be used in conjunctlon with a lower fuel valve setting and the bene-
fits of both changes could thus be obtained.

Verying Reference Speed
with Altitude

A better method providing suitable idle speeds at altitude is to
vary the idle end of the reference schedule with altitude or total inlet
pressure. The minimum fuel flow setting then could be lowered to a
value determined by deceleration blow-out. Inasmuch as no trouble was
experienced with lean blow-out in this investigation even with the low-
est minimum fuel flow setting, this problem does not appear too serious.
Specific protection against the occurrence of deceleration blow-out,
however, could be added in the form of a variable limit on fuel valve
closure instead of the fixed minimum valve stop. -

These changes would remove the overtemperature problem that arises
at low power lever posltions as s result of closure of the exhaust noz-
zle in an attempt to maintain a reference speed. At the same time the
low power ceiling would be increased. Also, by eliminating the need for
e high fuel valve setting, the maximum altitude for safe operation at
any power lever position can be increased. Furthermore, removing the
cause of closed nozzle operation at low power would eliminate the thrust
reversal and glve a more linear veriation of thrust with power lever
position. If the set speed is varied with sltitude in a manner that
gives approximately the same 1dle speeds as are now obtalned with the
550 pound per hour minimum fuel valve setiing, the transient performance
should be comparable tc that for the 550 setting. It appeers that
practically all the difficuities that existed during steady-state oper-
ation with the 550 pound per hour setting could be eliminated while

60%2
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similar transient performence is maintained. Simllerly, 1f the reference
speed were incressed with altitude according to the relation that exists
for the 420 or 350 setting, transient performance similar to that for

the respective setting should result. If specific blow-out protection

is provided, lower 1dle thrust can be obtained than with the other sys-
tems discussed.

CONCLUDING REMARKS

The use of a fixed minimum fuel flow in the engine control simpli-
fies the control by preventing combustion hlLow-out and eliminating the
need for special fuel flow settings for starting. The advantages of
this simplicity are offset by performance penalties. These penalties
are the limitations of & maximum altitude above which the engine cannot
operate without overtemperature or overspeed and a distortion of the
thrust schedule at altitude to the extent that retarding the power lever
cen result in increased thrust, accompanied by possible overheating of
the turbine. Also, the range of thrust modulastion availeble is restricted
at high altitude. Although difficulties may not exist in spplications
to some alrcraft at present, as present and future aircraft operate at
higher altitudes, some means of avoiding the problems should be
considered.

Possible actions to overcome these difficulties are a more jJudicious
choice of minimum fuel flow and the incorporation of additlonal control
components to provide protection from blow-out without the need for a
fixed minimum fuel flow. Experiments with low minimum fuel flow showed
an alleviation of the difficulties discuassed, but increased the occur-
rence of acceleration blow-out. Therefore, thils means of avoiding the
minimum fuel flow difficulties is not satisfactory unless a protective
device 1s provided with an sction more specificelly a function of blow-
out.

A better solution to the problem would be to vary the idle end of
the reference speed schedule with total inlet pressure. Wlith this sys-
tem, acceleration blow-out could be avoided without adversely affecting
steady-state performsnce. The minimum fuel flow need be set only high
enough to eavoid decelerstion blow-ocut.

Lewls Flight Propulslon Laboratory
National Advisory Committee for Aeronautics
Cleveland, Ohlo .
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APPENDIX ~ SYMBQLS

The following symbols are used in this report:

N engine speed
Ns set speed .
Ne speed error
Tﬂ; speed error limited in positive direction
T turbine discharge temperature
T temperature signal limited below full milltary value
Tg set temperature
Te temperature error
T; temperature error limited 1n both positive
- and negative directions
We fuel flq?
We fuel flow limited in maximum and
- minimum directions
A exhaust nozzle area
E exhaust nozzle area limited in
maximum and minimum directions
I input
0 output

Kl’ Kz, K3, constants -
Ky» and Kg
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TABLE I ~ TABIE OF INSTRUMENTATION

A

Measured Bteady-state instrumentation Trensient instrumentation
quantity Sensor Range over which fre-
quency response 1s
esgentially flat
(cycles/sec)
Compressor Mercury-£illed mancmeter Aneroid-type pressure sensor with! 0-10 at sea-level
discharge strain gage element Presgsure
pressure
Exhaust noz- | Microammeter connected to Exheust nozzle area feedback 0-100 :
zle srea exhsust nozzle ares feed- potentlometer connected to |
back potentlometer give poeition indication :
Engine speed | Chronometric tachometer Direct current tachometer 0-5
generator
Turbine Nine thermocouples in par- Unshlelded 1oop thermocouples 0-1 at sea-level
discharge allel commected to Brown (five in series) mese flow
temperature recorder (Westinghouse con-
trol thermocouple harness)
Primery fuel | Microammeter connected to Fuel velve feedback potenticmeter 0-100
valve fuel valve feedback potenti- connected to give poeltion
sltion ometer indication
Thruet Straln gage mounted on strain 0-100
link attached to forward engine
suspension
Throttle Beleyn indicstor Wire-wound potentiometer con- 0-100
position nected to glve position

1ndication

8072 ' '
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TABLE II - INDEX OF TRANSIENT DATA

[Nominal ram pressure ratio, 1.2]

‘i!n:;!F’

Figure | Minimum Inltial Final power|Altitude
number |fuel flow|power lever lever (£t)
{1p/br) position | position

(deg) (Geg)
6(a) 550 22 84 10,000
6(b) 350 20.5 83 10,000
6(c) 550 84 22 10,000
8(d) 350 83 21 10,000
6(e) 550 20.5 83 25,000
8(f) 420 22 85 25,000
6(g) 350 22 84 25,000
8(n) 550 83 20.5 25,000
6(1) 420 85 22 25,000
6(3) 350 84 22 25,000
6(k) 420 32 to 85 to 20 to 85 25,000
6(1) 550 36.5 84 35,000
6(m) 420 39 84 35,000
6(n) 420 25 84 35,000
6(o) 420 25 to 84 to cut-off 35,000
6(p) 420 84 ! 25 35,000

138
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TABLE ITI - SUMMARY OF TRANSIENT FERFORMARCE

Altitude] Fom ' g Kinimm fuel Flow

2420 lb/hr minloum fuel flow setting extends range of operation over 550. Will allovw lower thrust for descent
from altitude, .Accelevatious from low operating points are sluggish, however, and blow-out L8 encountered
&t~ 25,000 feet and above. R i I e e e e . . .

basg lb/h.r minimum fuel flow exfends range of operation even further. Decelerations still peem to be all right.
Thia setting will ‘®llow even lower fdle thrust. Accelerations from low operating points are even more alug-

gish and susceptible to blow-out.

(tt) |rpres- (set at 1300 rpm)
sure (1b/hr)
ratio
550 2420 b3so
10,000 | 1.2 [Figure mumber 6(a) 6(b)
Throttle step, degl22 to 84 20.5 to B3
[Engine -s-pea,urpn. 5420 %o 12,580 _ © [4900 to 12,530
Remarks -|¢ sec for speed to. . . 6.5 sec for speed to
getto final value resch final value. 2.5
(some overshoot) sec longer than for 5SSO
Figure number 6(c) o 6(d)
Throttle step, degi84 to 22 : 83 to 21
ne speed, rpm (12,560 to 5420 o 12,530 to 4960
Remarks Deceleration time same 77T T 7 7 IDeceleration wime same
gs for 35Q : ag for 550
25,000 [1.2 [Figure nuwber 6{e) 6(f£) e} B
Throttle step, degi2Q.5 to 83 ' __12z . to 04
Engine speed, rpm |7280 to 12,520° ~ ° |5320 to 12,540 _ 4870 to 12,530
Remarks 4.5 sec for speed to |Englne accelerates slowly ine accelerates slowly
reach fina) value for first 2 sec. 6 sec for firet 5 sec. 8.4 pec
for epeed to reach for speed to reach f£inal
- - . . fipal velue. value.
|Figure number 6(h) ™ T lekd) ls{3) B _
Throttle step, deg {83 tc 20.5 85 tq 82 "~ T T T U U Ig4 to 22 ’
Engine epeed, rpm 112,520 to 7260 12,540 1o 5320 12,530 to 4870
Hemerks Deceleration fakes pproximately 7 sec = =~ |Approximately 11 sec
approximately 7 sec for ‘deceleration. Same for deceleration.
Figure mumber |
Throttle ltGEI daE
Engine speed C - T
Remarks
35,000 1.2 IF e pumber 6(1}
hrottile step, degl56.5 to 8¢ g to B4
ine speed, rpm |9430 to 12,560 S160 to 12,540
Remarks Vent Into stall once. |Went into stall 4 times
Bpeed reached final causing oscillatory
value-at approxi- response. Speed reached
wately ¢4.5 sec final value in 4.5 gec
Figure mmber ) n
Throttle step, to 8k
Engine speed, rpm . . B
Remarks ’ ) ne wvould not accelerate
for 6 sec after step, then
speed ceme up. Went into
surge twice.
Pigure numbrer [O) .
Throttle step, de to 84 =
Engine speed, T ’ 5800 to —-~—
Henarks Engine would not accelerate,
then fire went out, then
. operator cut back. R
Floure pumber —
Throttle step, deg] to 25
Togive cpecd. T R T R T
Remarks . dle speed mrich lower than
for 550, giving lower W
; Idle thrust., -~ —
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Tigure 1. - Block diagram of Weatlnghouse J34-WE-32 primary control system.
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Figure 2. - Calibration of Westinghouse variable-ares nozzle for J34-WB-32 turbojet engine.
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(a) Minimum fuel flow setting, 550 pounds per hour; power lever position, 22° to 84%; alti-
tude, 10,000 feet.

Figure 6. - Translent operation of aubtomatloally controlled engine at a nominal ram presaure
ratio of 1l.2.
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(b) Minimum fuel flow setting, 350 pounds per hour; power lever position, 20.5° to 839;
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Figure 6. - Continued. Trenslent operatlon of automatically controlled engine et a nominal
ram pregsure ratlo of 1l.2.
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Figure 6. - Continued. Trznslent operatlon of automabically controlled engine at a nominal ram pressurs retio of 1.2.
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(&) Minimum fuel flow setting, 350 pounds per hour; power lever position, 83° to 219;
altlitude, 10,000 feet.

Figure 6. - Continued. Transient operation of automatiocally controlled engins at a ncminal
ram pressure ratio of 1.2. ’
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(e) Minimum fuel flow setting, 550 pounde per hour; power lever position, 20.5° to 839
altitude, 25,000 feet.

Figure 6. - Continued. Transient operation of automatically controlled engine at a naminal
ram pressure ratlo of 1.2.
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(£) Minimum fuel flow setting, 420 pounds per hour; powsr lever positiom, 22° to 859

Figure 6. - Continued.

altitude, 25,000 feet.

Transient operation of autcamatically controlled engine at a nominal
ram pressure ratio of l.2.
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(g) Minimum fuel flow setting, 350 pounds per hour; power lever position, 22° to 84%;
altitude, 25,000 feet.

Flgure 6. -~ Continued. Transient operetion of sutomatically controlled engine at & nominal
ram pressure ratio of 1.2.
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(b) Minimum fuel flow setting, S50 pounds per hour; power lever position, 83° to 20.5%;
altitude, 25,000 feet. ’ -

Figurs 6. - Continued. Transient operatlon of automatically controlled engine at a nominal
ram pressure ratlo of 1.2.
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(1) Minimum fuel flow setting, 420 pounds per hour; power lever poaition, 85° to 22°;
altltude, 25,000 feet.

Figure 6. - Continued. Translent operation of autamatically controlled engine at a nominal
ram pressure ratio of 1l.2.
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(1) Minimum fuel flow setting, 550 pounde per hour; power lever pomltion, 35.5° to 84°%;
altitude, 35,000 feet. .

Tigure 6. - Continued, Tramsient operatlon of autamatically controlled engine at a nominal
ram pressure ratio of 1.2. )
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r position, 38° to 84°;

altitude, 35,000 feet.

(m) Minimum fuel flow setting, 420 pounds per hour; power leve

Transient operation of automatically controlled engine at & nominal

Figure 6. - Contlnued.

ram pressure retio of 1.2.
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(n) Minimum fuel flow setting, 420 pounds per hour; power lever position, 25° to 849;
altitude, 35,000 feet.

Figure 6. - Continued. Transient operstlon of autcomatically controlled engine at & nominal
ram pressure ratio of 1.2.
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(o) Minimum fuel flow setfing, 420 pounda per Hour; power lever position, 25° to 84°
to cut-off; altitude,35,000 feet.

.
Figure 6. - Continued. Transient operation of automstically controlled engine et a naminal
rem pressure ratic of 1.2.
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(r) Minimum fuel flow setting, 420 pounds per hour; power lever position, B84% to 259;

altitude, 35,000 feet.

Figure 6. - Concluded. Translent upsration of sautomatically controlled engine at a nominal

ram pressure ratio of 1.2,
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